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sometimes car ownership) in a number of major northern cities as part of an evolutionary process, rather than
the consequence of transient conditions such as the economic downturn of 2008 and its relatively slow recovery.
In an era bringing newservicemodels formobility and communications that have important implications for safe-
ty, security, the environment andwell-being, he points to the role of public attitudes and sentiments thatmayun-
derlie changing policy priorities and an associated culture change with respect to transport in cities and the
reclamation of street space. This paper brieﬂy explores the role of public sentiments and reﬂects on the apparent
emergence of a popular subculture that favors living, if possible, without owning or using cars, in contrast to older
subcultures embracing more extreme sentiments that are either Car-centered or emphatically anti-car.
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In this volume, Jones asserts that many, but not all, advanced post-
industrial countries are responding to the complex pressures of motor-
ization, as manifested in three stages:
Stage 1: Rapid growth in car ownership.
Stage 2: Consequences of heavy reliance on car-based movement.
Stage 3: Emergence of high quality, efﬁcient and sustainable modes
of travel.ssociation of Trafﬁc and Safety
ntary on the leading presenta-
e Forum on Trafﬁc and Safety
f Trafﬁc and Safety Sciences
ity in Tokyo, Japan.
. on behalf of International Association
, Beyond “Peak Car”: A reﬂect
1016/j.iatssr.2016.05.004In pursuit of factors that underlie these stages, Jones postulates a
cycle of urban transport policy development in which changes in public
attitudes and values1 affect the following: the allocation of funds to
modes that are more or less sustainable; the updating of ﬁnancing and
governance structures; and the behavior of highly visible personalities
serving as rolemodels. The underlying theme is the evolution of diverse,
regionally rooted mobility cultures in cities, and the public's comfort
with the policy directions that are being taken, notably with respect
to cars.1 “Public attitudes and values,” when operating in complex situations, may also be
called “sentiments,” a term that is useful here because of the complexity that Jones de-
scribes. Public attitudes that are narrow in scope, for example, holding a position for or
against a particular piece of infrastructure, tend to be called “public opinions”. It is not
the intention here to fully deﬁne these concepts, about which a substantial and long-
lived literature exists. See, for example, Fishbein and Ajzen [3], or Gärling et al. [1]
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Taking a cultural perspective encourages us to extract tenets from
the political and scientiﬁc discourses that have guided professionals
and the general public in this area, and we shall look brieﬂy at three of
them. The ﬁrst tenet is that public sentiments are a key dimension of
culture; the second is that we should be talking about “ICT-transport
culture” rather than just “Transport culture”; and the third asserts the
sensitivity of ICT-transport cultures to radical shifts in public sentiment
that could come about from the costs and restrictions of environmental
protection, road safety, traveler security, and system resilience.
2.1. Public sentiments as an inﬂuential dimension of diverse regionally
rooted transport cultures
Note that public attitudes, opinion, and sentiments are all evalua-
tions of entities that are generally labeled “attitude objects.” InNorthern,
higher income countries, these objects are often related to environmen-
tal deterioration, but also to the perceived beneﬁts of transportation to
well-being. Thus, as Garling et al. [1] point out, in the case of policies
that target transportation that is both sustainable and safe, the senti-
ments may be in conﬂict and often add up to ambivalence, particularly
if a lot of funding is involved in implementing change. Therein lies a po-
tentially major obstacle to a city's transitioning from Stage 2 to Stage 3,
unless public sentiments and evolving behavior are fully understood
and the lessons learnt are integrated into information, marketing and
engagement initiatives.
The link between attitudes and behavior often takes a roundabout
route. Contrary to popular belief, a successful policy or program that
achieves a change in a targeted attitude does not automatically bring
about a corresponding change in behavior. Also note that the process
can work in reverse, as participating in novel behavior may lead to a
change in attitude [2].
Public sentiments help encapsulate, symbolize, and distinguish
evolving subcultures, which in turn help deﬁne lifestyles. With respect
to the car culture, two subcultures have existed for decades and are
easily recognized for the strength of their sentiments: “Car-centered,”
which is characterized by valuing above all the liberty to “drive where
I want, when I want, to do what I please”, and at the other extreme a
subculture that is emphatically Anti-car as a source of many ills. Percep-
tions are of central importance here. For example, those who wish to
use cars may assume that anyone who does not drive is anti-car.
Of great interest in a post-“Peak car” context is the emergence of a
third car subculture that is “Content to live without cars,”characterized
by a positive sentiment towards not having to bother with all the ﬁ-
nancial and practical exigencies that comprise the management of a
personal motor vehicle (ﬁnancing, insurance, taxation, driver licensing,
parking, servicing, cleaning, etc.). Unlike the other two car subcultures,
there is a conspicuousweakness of ideology built into such a sentiment,
despite a widely held assumption that the increasing proportion of
younger people who postpone getting their ﬁrst license is at least partly
driven by environmental sensitivity [4]. The evidence for this has been
challenged and debated for several years [5].
New information and communication technologies (ICTs) are an im-
portant underpinning of the “content to live without cars” subculture
because they widen behavioral options, as discussed below. Indeed,
the subculture “content to live without cars” seems to be gaining
ground, and this should favor Jones' Stage 3 three solutions.
2.2. Complementarity of ICT and transport cultures
The starting point for this second tenet is that ICTs are rapidly be-
coming pervasive. Consider just one pair of statistics for one technolo-
gy—mobile telephones. In 2015, there were approximately 7 billion
(79) mobile-cellular subscriptions in the world [6], and yet the number
of the people in the world over the age of 14 years was projected to bePlease cite this article as: M.E.H. Lee-Gosselin, Beyond “Peak Car”: A reﬂect
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sources, the number of mobile-cellular subscriptionsmore than trebled,
while the over-14 population rose by about 15%. Many things can be
said about these statistics, but the trend is unmistakable.
People do trade-off between physical (spatial) mobility on one hand
and virtual (ICT-enabled) mobility on the other. Diverse and sophisti-
cated modes of communication, navigation, shopping for goods and
services, entertainment, etc., have been dramatically democratized
through the use of near-ubiquitous itinerant computing devices such
as laptops, tablets, smartphones, etc. Evidence does exist in the litera-
ture for ICT-enabled shifts in the spatial and temporal organization of
activities and travel, including, note, non-work activities. Historically,
we focused ﬁrst on professional activities, in particular those involving
long-distance travel, as a fertile ﬁeld for substitute or complementary
activities using ICTs [8]. A number of other activity categories are
showing such effects, but in a broader sense, ICTs canbe seen as enablers
of post-modern dynamic behavior—it's not just about “teleworking” any
more.
Closely linked to the wide availability of ICTs is the trajectory of new
service models for transport, for example, car sharing, Uber, and ulti-
mately networked autonomous vehicles. These models are emerging
with potential beneﬁts for security, safety, and well-being, although not
without incurring somenew types of risk, but adherents of the sentiment
“content to livewithout cars” can ﬁnd in these innovationsmuch that re-
inforces their comfort and their neutrality on the value of private cars.
An increasingly digital world has allowed public sentiment re-
garding mobility policies to build, grow, and disseminate employing
the tools of social media, much as happened in other areas of public
policy. The mobility subcultures, and their associated lifestyles, are per-
meated with new ways to envision and manage behavior in space and
time. In sum, it makes sense to treat virtual and spatial mobility holisti-
cally, as belonging to a joint ICT-transport culture. To the extent that this
culture overlaps other cultures, such as community energy efﬁciency,
public health, or homeland security, recent efforts by IATSS members
to take a more trans-disciplinary approach can help keep the cultural
knowledge base up to date.
2.3. The sensitivity of ICT-transport cultures to radical shifts in public
sentiment
The third and ﬁnal tenet concerns the public's response to potential
major and widespread problems in the affordability or accessibility of
ICT and transport services. At the time of writing, supply problems
seem far off. Oil prices are at historic lows in relative terms and major,
new sources of fossil fuels have been discovered, albeit most of them
unconventional. As far as virtual mobility is concerned, itinerant com-
puting, in its many manifestations, now offers astonishing functionali-
ties for a few hundred US dollars. Nevertheless, those with an interest
in shifting ICT-transport cultures are unlikely to ignore for long the
collective and competing costs and restrictions of environmental pro-
tection, road safety, personal security, and system resilience. Radical
shifts in public sentiment are to be expectedwherever physical and vir-
tual travel may becomemuch less affordable or accessible, for example,
under the full cost pricing of carbon emissions, expensive infrastructure
repairs and upgrading, elaborate travel and data security systems, etc.
These interventions are, in part, already happening. And to the extent
that the public becomes convinced that their carbon emissions lead
increasingly to intolerable global climate change, travel could even
become subject, as has happened in the past, to demand restraint or al-
location mechanisms. In such a situation, the policies that focus on the
role of the car in cities could be confronted by high-proﬁle public senti-
ments with a fervor similar to that already seen around issues such as
fracking or oil pipelines.
The overall public policy picture around car use is muchmoremulti-
faceted than it was several decades ago when oil supply took center
stage and there were long line ups at the pumps. Nevertheless, the oilion on the evolution of public sentiment about the role of cars in cities,
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shortages, relatively minor as they were, brought much public skepti-
cism about the cause of supply shortfalls. Research in the 1970s and
1980s showed that itwas relatively easy to getmotorists to contemplate
a voluntary reduction in car use in the order of 10–15%, but to go further,
most of them had to be convinced that a threat akin to a wartime situa-
tion existed. It would be interesting to speculate how the “content
to live without cars” subculture and the anti-car subculture would co-
exist with the Car-centered subculture under severe present-day
voluntary demand restraint or allocation policies. The most optimistic
scenario would be that the adherents of “content to live without cars”
create a viable middle ground to test innovative policies, and that the
observation of the multiple dimensions of public response would be
carefully planned and implemented to support the development of
those policies [9].
We can ask related questions about how public sentiment within
today's ICT-transport culture is a help or hindrance to the implementa-
tion of Jones' Stage 3 changes to the urban fabric, aswell as to soft policy
innovations such as the tradeable individual carbon permits that some
are now promoting.
It is reasonably sure that social media, etc., will help bring about
greater depth to the public's understanding of what may ensue from
“Peak car.” But the consequences for public policy of evolving public
sentiment in this area will depend very much on the extent to which
the ambivalence underlined as an obstacle by Gärling et al. [1] gets
even stronger, as implied above, because of the multiplicity of sensitive
public goals involved (i.e. environmental protection, road safety, per-
sonal security and system resilience, etc.). Reconciling such goals has
been a priority for IATSS going back to the late 1980s [10]. On the
other hand, if there were “game-changers” in the form of dramaticPlease cite this article as: M.E.H. Lee-Gosselin, Beyond “Peak Car”: A reﬂect
IATSS Research (2016), http://dx.doi.org/10.1016/j.iatssr.2016.05.004developments in one or two policy areas (such as widespread ﬂooding
related to unmet greenhouse gas targets, or counter-terrorism), there
could be a compelling need to manage physical mobility with the
politics of severe scarcity, whether or not some demand management
was already in place. Under either scenario, many of the research tools
needed to support evidence-based policy development have yet to be
invented, but it is clear that understanding public sentiments would
be an early priority.References
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